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Abstract 
Light goods vehicles (vans) are an important and growing part of road traffic in the UK and France, especially in urban areas. 
Given the continued growth in van traffic it seems timely to consider the reasons for this growth and the scope for carbon 
dioxide (CO2) reductions. By comparing growth patterns and CO2 reduction opportunities in two countries it is possible to 
identify some of the most important directions for policy. In each country analysis is presented of the van fleet, its annual
average distance travelled, fuel consumption and CO2 emissions. 
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1. Introduction 
Light Goods Vehicles (vans) are an important and growing part of road traffic in both the UK and France. 
However, the growth patterns and the typical activity patterns differ somewhat. In both countries there are policy 
objectives to reduce the CO2 emissions from transport. To date these initiatives have primarily focused on cars and 
Heavy Goods Vehicles (i.e. those vehicles above 3.5 tonnes gross vehicle weight - GVW). Given the continued 
growth in van traffic it is timely to consider the reasons for this growth and the scope for CO2 reductions. By 
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comparing growth patterns and CO2 reduction opportunities in two countries we aim to identify some of the most 
important directions for policy. 
This paper is based on an assessment of trends in the use of vans in both the UK and France. This is largely 
based on an analysis of transport statistics. A small number of qualitative interviews have also been carried out to 
support this research and a round table was held in London in February 2011. The UK research is based on an 
extension of a study carried out for the Commission for Integrated Transport while in the case of France it builds 
on work concerning energy and transport carried out by IFSTTAR. In both countries the analysis of the fleet, its 
mileage, consumption and emissions considers vehicles below 3.5 tonnes GVW (i.e. Light Goods Vehicles or 
LGVs). 
The paper is divided into the following parts. After a definition of light goods vehicles and vans in both 
countries we present an estimate of the van fleet and of van use together with trends over time (Section 3). Section 
4 contains a discussion of the energy use of these vehicles and the implications for CO2. The concluding section 
considers the potential impacts and barriers to a greater use electric vehicles and the opportunity this would present 
to reduce emissions. 
2. Definitions of Light Goods Vehicles and Vans 
In the UK vans are often referred to in official statistics as ‘light goods vehicles’ or ‘LGVs’. However, since 
much of their activity involves service trips it could be argued to be more appropriate to use the term Light Duty 
Vehicles (LDVs). These vehicles are defined (in both the UK and France) as being up to 3.5 tonnes GVW and they 
can be driven by anyone that holds a normal car driving licence. 
In France, within these LDVs, approximately one fifth are referred to as very specialized vehicles (VSV), such 
as camping cars, mini-buses, ‘bennes à ordures ménagères’ (tipper vans for household waste), ambulances and so 
on. The rest of this category of vehicles is vans. Within the UK this distinction between vans and specialized 
vehicles is not made and so the total van fleet will include some of these vehicles and may also include some other 
vehicles which are used in place of cars (for example some pick-up trucks are categorized as vans in the UK). 
However, in general we can distinguish between the following main types of vans in both countries: 
x Car derived city vans: generally two seats plus a relatively small back section; 
x Small vans like the Ford Transit Connect or Citroen Berlingo  
x Medium vans: such as the Ford Transit – often referred to as ‘panel vans’ in the UK and ‘fourgons’ in France. 
x Truck derived or chassis-cab vans. 
3. The Van Fleet and the Use of Vans 
3.1. The van fleet 
In France it is necessary to estimate the van fleet because vehicle licensing statistics do not provide enough 
details of the vehicle types to establish the total fleet with certainty. It has to be estimated from the file of registered 
vehicles. From this file of vehicles registered per year, old vehicles and those involved in accidents (write-offs) 
have to be taken out to get the usable vehicles and, from these usable vehicles, the van fleet that has really been 
used is estimated. In the near future the exercise will become easier in France because the data from the periodic 
check of vehicle condition (in the UK the MOT test) will be made available and will allow a more precise 
calculation of the van fleet to be made. In the UK the vehicle licensing data provides detailed information of 
vehicles classified as vans and therefore it is not necessary to estimate the number.  
The most recent data for France (2011) shows that there are 31.4 million cars, 5.3 million vans and 647,000 
HGVs (CGDD, 2012). In the UK the comparative figures for the same year are: 28 million cars, 3.2 million vans 
and 465,000 HGVs (DfT, 2012a).  France has 8.2 vans per 100 inhabitants compared with 5.2 in the UK.  
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In France there were about 5.8 million light duty vehicles (LDVs) at the start of 2011, of which 0.5 million were 
in the category of very specialized vehicles and therefore the total van fleet is approximately 5.3 million vehicles. 
In the UK the figure is somewhat lower at 3.2 million vehicles (in 2011). 
3.2. Sources of information about van use 
Despite the high number of vans (relative to heavy goods vehicles) much less is known about their activity 
patterns and they are subject to far fewer surveys. Data on van use is primarily gathered by means of surveys in 
both countries. In France the surveys conducted by the Ministry of transport are described on its website 
(http://www.statistiques.developpement-durable.gouv.fr/sources-methodes). There are several French surveys that 
provide relevant information on van use. 
There is a regular French Van Survey that covers French registered vehicles less than 20 years old and up to 3.5 
tonnes GVW. The data is gathered by means of a mail survey of vehicle owners and about 15,000 usable 
questionnaires are returned. Van surveys have taken place in: 1981, 1986, 1991, 1996, 2000, 2006 and 2011. 
The questions are mainly on van use, during previous year and during 2 days of a week in March. A question on 
fuel consumption is included.  
Additional information about van use in France is obtained from an urban good transport survey designed to 
estimate the Freturb model. In this survey urban companies (shippers and consignees) are surveyed to estimate 
traffic generation and trips. Drivers are surveyed to provide information about specific trips and trip patterns. The 
main limitation is that this survey has only been conducted in a relatively small number of cities and is an 
occasional (i.e. not regular) survey. In addition there are surveys concerned with: 
x The special vehicle (VASP) Survey (SES, 2003; SESP, 2006); 
x Panel PARCAUTO (Sofres – Ifsttar) for households’ LDV (Hivert, 2013). 
The Department for Transport (DfT) carried out a DfT Company Van Survey in 2003-5 and a one-off survey of 
Privately-Owned Vans in 2002/2003 (DfT, 2004a; 2004b; 2005; 2007). These surveys collected data about van use 
from operators and individuals. In 2008 the DfT carried out a “Baseline Survey of Van Activity for England” (DfT, 
2009). The survey work was carried out in November and December 2008 and resulted in 8,959 usable responses, 
a response rate of 52%. The survey was intended to increase knowledge of van activities, vehicle specification and 
ownership type. 
In addition, vehicle licensing data is also available about the size of the van fleet in Britain (DfT, 2012a). While 
at the national level annual road traffic statistics provide data about the total distance travelled by vans (DfT, 
2012b). 
3.3. Patterns of van activity and use 
In France according to the 2011 van survey, 41% of the fleet is used by private individuals and 59% by 
companies. Some 14% of all vans (24% of company vans) are operated by construction companies and only 3% 
(7% of company vans) are Hire and Reward transport companies. Only 42% of professional vans and 0.2% of 
private vans are sometimes used for goods transport (CGDD, 2012).  
In France, vans are mainly used in towns (90% of the fleet). Almost all van trips are less than 150 kms. The 
average distance travelled per year for a van was 14,900 kms in 2010: this average is 18,200 kms for company-
owned vans against 10,000 kms for privately-owned vans. Four per cent of small vans travel 50,000 km or more a 
year. More than 80% of these vans are less than 5 years old – and they mainly belong to transport companies. 
Considering the activity of motorised transport in France we can observe the following patterns. In 2011 cars 
travelled a total of 425.1 billion kms (an increase of 30% compared with 1990). Vans travelled 93.3 billion kms 
(an increase of 51% compared with 1990) which was equivalent to 17% of total distance travelled by motorized 
vehicles and is some 3.2 times greater than the distance travelled by HGVs. 
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Fig. 1. Annual distance travelled on French roads 1990 to 2009 (billion vehicle kms) (Source: CGDD, 2012). 
In Britain, cars travelled a total of approximately 387 billion kms, in 2011 compared with 67 billion kms by 
vans and 26 billion kms by HGVs (DfT, 2012b). The van total of 67 billion kms was an increase of 25% in 10 
years, and accounted for approximately three-quarters of the growth in all road traffic over the same period (see 
Fig. 2). This has resulted in van’s share of vehicle kms (as a percentage of all road traffic) rising from 14% in 2001 
to 17% in 2011. The total van fleet travels more than twice as many vehicle kms each year as the total HGV fleet 
(DfT, 2012b). Vans in the UK perform a far greater proportion of their total distance travelled in urban areas than 
HGVs, and consume 25% of the total diesel and 3% of the total petrol used by all motorised road transport vehicles 
in Britain. Each van travelled, on average, a distance of approximately 20,500 km in 2011 (compared with 13,600 
km for cars, and 55,000 km for HGVs (calculated from data in DfT, 2012a and DfT, 2012b). 
If we consider ownership and distance travelled the results in the UK indicate that in the case of company-
owned vans, goods collection and delivery, servicing, and commuting journeys each accounted for a similar 
proportion of vehicle kms (34%, 30% and 32% respectively). Personal trips accounted for only 4% of vehicle kms 
(DfT, 2007).  
By comparison, for privately-owned vans commuting accounted for the greatest proportion of vehicle kms 
(45%), followed by goods collection and delivery (23%). Servicing journeys accounted for 15% of vehicle kms, 
while personal trips accounted for 17% of vehicle kms (far greater than for company-owned vans) (DfT, 2004a).  
Fig. 2. Vehicle kms performed on British Roads 1980 to 2010 (Index 1980=100) (Source: DfT, 2012b) 
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When the data for company-owned and privately-owned vans is combined, the most important journey purposes 
in terms of total vehicle kms travelled were in order of importance: commuting, goods collection and delivery, and 
servicing (accounting for 36%, 30% and 25% respectively). Personal journeys accounted for 8% of total van 
vehicle kms (calculated from data in DfT, 2004a and DfT, 2007).   
4. Changes in Van Use 
4.1. Factors involved in growth in van activity 
Table 1. Factors involved in growth in van traffic over recent decades in the UK (Source: Commission for   Integrated Transport, 
2010). 
Factor Likely importance in 
van traffic growth since 
1980 
Future 
importance in 
van traffic 
growth  
Lack of operator licensing for vans High Low 
Lack of / less controlled driver hours regulations for vans High Low 
Lack of need for specialist driver training/test and driving licence for vans 
(could be related to shortage of HGV drivers and/or market rates of pay for 
different types of drivers) 
High Medium 
Higher speed limits for vans Low Low 
Increases in operating and access restrictions on HGVs Low Low 
Cost and taxation issues (road tax / vehicle excise duty and lower whole life 
cost of vans) Low Low 
Manufacturing of larger / longer vans  Medium Low 
Increase in average length of van journeys (due to relocation of sites, 
centralised stockholding, and less use of local suppliers, carriers, and service 
providers) 
High Medium 
Growth in smaller, more frequent collections and deliveries (JIT) High High 
Growth in demand for express and parcels services High High 
Growth in the general public hiring vans on short term basis for goods 
movement Low Low 
Outsourcing of service functions to specialist companies High High 
Increase in rapid response servicing (e.g. computer repairs etc.) Medium High 
Development and use of more technological and communications equipment 
that requires installation, planned servicing and emergency repairs High Uncertain 
The installation and maintenance of new telecommunication networks  Medium Low 
Increased home delivery operations Low High 
Growth in the population and number of households (resulting in more 
delivery and servicing needs at residential addresses)  High High 
Economic growth, employment and new business formation High Uncertain 
Increasing home improvements in the UK Medium Medium 
Fleet operators choosing vans in preference to cars for reasons of loading 
safety, corporate image and taxation issues Medium Low 
 
A wide range of factors are likely to have contributed to the growth in van traffic in the UK and France. These 
factors are summarised in Table 1 together with a discussion of their effect and an indication of the extent to which 
each factor is still contributing to van traffic growth in the UK (Commission for Integrated Transport, 2010).  
It is not possible to quantify the change that has taken place in all of the factors listed in Table 1 and the effect 
of each on van activity. However it is possible to examine changes in some of the economic and demographic 
factors and consider their likely effect on van activity levels.  
It is not possible to quantify the change that has taken place in all of the factors listed in Table 1 and the effect 
of each on van activity. However it is possible to examine changes in some of the economic and demographic 
factors and consider their likely effect on van activity levels.  
The number of enterprises and total amount of employment has been increasing in the UK over the last decade. 
Between 2000 and 2008 the number of enterprises in the UK (including private businesses, central and local 
government and non-profit organisations) increased from 3.8 million to 4.9 million, an increase of 29%. Over this 
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same period the number of people employed by these enterprises increased from 26.8 million to 30.2 million, an 
increase of 13% (BIS, 2009). This growth in the number of enterprises and the number of people employed by 
them is likely to have resulted in a substantial increase in the van fleet and in van activity.  
The population of the UK increased by 11% between 1981 and 2010 (from 56.4 million to 62.2 million) (ONS, 
2011). As population increases so also does the demand for goods and services, which in turn is likely to have 
resulted in the need for more vans and van activity. UK population is forecast to increase by 10% between 2007 
and 2021, and by a further 6% between 2021 and 2031, which is likely to act as an impetus for further increase the 
van fleet and van activity (ONS, 2009). 
The number of households in Britain has been increasing over the last 50 years. In 1961 there were 16.3 million 
households, by 1981 this had increased to 20.2 million and by 2009 had further increased to 25.2 million (ONS, 
2009). This represents a 25% increase between 1981 and 2009, and a 55% increase between 1961 and 2009. At the 
same time average household size has been falling, from 3.1 persons per household in 1961, to 2.7 in 1981 and 2.4 
in 2009 (ONS, 2009). This growing number of households generates additional demand for residential services and 
deliveries, which in turn leads to more vans and van activity.    
In France, according to the ‘comptes Transports de la Nation’, van traffic increased by 51% between 1990 and 
2011, while total road traffic growth was only 35%. This is the result of growth in the van fleet over the period 
(39%) , which was greater than growth in the overall road fleet (35%), and also growth in distances travelled by 
vans (CGDD, 2012). In 1986, the French van fleet was mainly owned by companies with only 28% of vans owned 
by a private person. By 2010 this had increased to 40%; the growth in the number of households and the growth in 
revenue per household probably paid an important role in the van fleet growth. 
4.2. Substitution involving vans 
The issue of substitution has been raised as one of the reasons for the growth of van traffic. However, it is also 
the case that increased van traffic could be a substitute for car trips (in the case of home shopping and home 
delivery). Table 2 identifies substitution for different types of van activity in the UK and Table 3 refers to the 
likely importance of this substitution both in the past and as a future trend in the UK (Commission for Integrated 
Transport, 2010). 
In France too, the shift away from small vans to heavier ones is rather recent, occurring since 2001 (see table 5) 
(as shown by the last two van use surveys in 2006 and 2011). During this period the share of vans over 2.5 tonnes 
GVW (i.e. from 2.6 to 3.5 t GVW) grew from 29% in 2006 to 35% in 2011.  
The development of home deliveries and services in France (as well as in other countries) is likely to be a factor 
in the increased use of vans but this is very difficult to quantify. The possible shift from car to van for personal use 
is another interesting issue in both countries but it is also difficult to quantify (i.e. the transfer in mileage from 
personal cars to vans (either company- or privately-owned)).  
Table 2. Types of journey substitution involving vans in the UK (Source: Commission for Integrated Transport, 2010). 
Type of substitution Explanation 
From HGV to van (goods) Through companies deciding to switch to van use (e.g. in order to avoid regulations associated with vehicles over 3.5 tonnes gross weight).  
From small van to large van Trend in van purchasing that has been occurring over recent years. 
From car to van (services) Through the increased use of vans instead of cars for providing servicing tasks. 
From car to van  
(home delivery) 
Through increased use of home delivery. Assumes that households do not use the shopping time savings 
to make other journeys by car. 
From car to van (personal use) 
Through increased use of vans for shopping and leisure journeys. Assumes those who already have vans 
for work purposes now use them for personal journeys. More likely to occur with privately-owned vans 
than company-owned ones as many companies do not permit private use. 
From van to public transport 
(services) 
Through the use of drop-off points and locker banks for parts. Assumes that existing public transport 
services can accommodate additional travellers without need for extra services. 
From van to nothing (goods and 
services) 
Through the dematerialisation of goods (e.g. digital products supplied over the internet; remote servicing 
of computer system). 
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 Table 3. Likely importance of types of journey substitution involving vans in the UK. (Source: Commission for Integrated Transport, 2010). 
Type of substitution Likely importance 
From HGV to van 
(goods) 
Not very important but almost certainly has taken place and will probably continue at limited rate as vans 
develop assuming regulation of HGVs remains more onerous than for vans. 
From small van to large 
van 
Significant shift in proportions over past 20 years. Effect not established because some substitution will have 
promoted more efficient operating pattern. The shift will have increased average CO2 per van km. Possible it 
will continue not much evidence either way. 
From car to van 
(services) 
Providing services is becoming a more important activity for individuals and SMEs (as well as larger 
companies). More equipment and tools need to be carried therefore van more appropriate vehicle.  
Likely to have been of some importance but maximum level of substitution small because most of the service 
activity is just new activity. 
From car to van (home 
delivery) 
Significant growth in home delivery. But will not all have led to new trips because some accommodated on 
existing vehicles (e.g. parcel deliveries). Some completely new (e.g. grocery) van trips likely to be 
substantially less than car trips in terms of vehicle kms and number of trips. Future scope for further 
substitution is likely. 
From car to van 
(personal use) 
May have been some substitution for complex reasons (a) performing new service activity and using van 
makes the van the sole vehicle for an individual (b) better small vans that combine car driving style with van 
benefits (c) tax issue. Overall impact likely to be small. Future trend – continued small substitution To date – 
very small impact.  
From van to public 
transport (services) 
Change to date very small. Future scope – possible theoretically but need to continue to have equipment is 
likely to inhibit this and in any event will still require goods drop off by van. 
From van to nothing 
(goods and services) 
Likely to see more product dematerialisation but impacts marginal on total van activity. For services impact 
only really significant for technology products – and not likely to be of major significance in next 10 years. 
In France the decrease in shipment size, which has been highlighted by the French shipper survey, can 
encourage growth in van use for goods transport. 
5. Focus on Energy and Carbon Dioxide (CO2) Emissions 
5.1. Trends in van sites 
Energy use for vans is clearly related to vehicle size and the fuel source. In the UK there is detailed data on 
trends in van sizes. Table 4 shows that there has been an important increase in the proportion of heavier vans (i.e. 
3.5 tonnes GVW) licensed since 1990 (and a sizeable fall in the proportion of car-derived/micro-vans and medium 
vans).  Table 5 shows the shift away from the use of lighter vans to heavier ones over the last decade. 
     Table 4. Changes in the proportion of types of van licensed in Britain (Source: Data provided by SMMT). 
Van type 1990 1995 2000 2005 2009 
4x4 Utilities 9% 10% 10% 11% 11% 
Car-derived/Micro vans 37% 36% 34% 27% 23% 
Medium vans 31% 27% 21% 17% 16% 
Heavy vans 23% 27% 34% 45% 50% 
Total 100% 100% 100% 100% 100% 
    Table 5. Changes in the proportion of van licensed in France according to their gross weight (Source: Calculated from French van  
surveys) 
Gross Van Weight 1992 1997 2001 2006 2011 
Less than 1.5 t 53% 50% 41% 25% 15% 
1.5 to 2.5 t 23% 29% 35% 47% 50% 
2.6 to 3.4 t 14% 10% 13% 17% 23% 
3.5 t. 11% 12% 11% 12% 13% 
Total 100% 100% 100% 100% 100% 
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Fig. 3. Vans licensed in Britain by engine size, 1997-2007 (Source: DfT Vehicle Licensing Statistics). 
The increase in the use of heavier more powerful vans is also indicated by Fig. 3, which shows the relative and 
absolute growth in the importance of vans with larger engine capacities (i.e. those with more than 1800cc and 
especially those with more than 2000cc) over the last decade. 
In addition to there being a growing proportion of heavier, more powerful vans in use, there is also a trend 
towards the production and use of longer vans which have a greater load space making them more useful when 
operated as a substitute for a small HGV. 
5.2. Vans and CO2 emissions 
Between 1992 and 2011 in France the number of vans running on diesel continued to increase (at about 7.5% 
each year). The strongest trend to ‘dieselisation’ occurred in the small vans (less than 1.5 tonnes GVW) which 
were mainly petrol-powered at the beginning of the period. In 2011, vans above 1.5 tonnes GVW were virtually all 
diesel-powered (see Table 6).  
     Table 6. Evolution of the share of diesel vans in the French van fleet (Source: Calculated from French van surveys) 
Gross Van Weight 1992 1997 2001 2006 2011 
Less than 1.5 t 39% 53% 61% 65% 74% 
1.5 to 2.5 t 71% 85% 91% 96% 97% 
2.6 to 3.4 t 85% 89% 93% 97% 99% 
3.5 t. 93% 94% 95% 99% 100% 
Total 59% 70% 80% 89% 94% 
In Britain, up until the 1990s, the majority of vans were powered by petrol. However, diesel engines have 
become increasingly popular among van operators as a result of their superior fuel economy performance, robust 
design and ongoing improvements in engine technology (e.g. turbo charging). In 1986, only 16% of all vans 
licensed in Britain were diesel-powered but this rose to 69% by 1998, and 95% by 2011 (DfT, 1986; DfT, 2012a). 
In 2011, 98.7% of all newly-registered vans were diesel-powered (DfT, 2012a). Although diesel engines produce 
fewer CO2 emissions than petrol engines per unit of distance travelled, they do emit more NOx, SO2 and 
particulates per unit distance than petrol. The use of petrol has become increasingly less important, with a falling 
pattern of petrol fuelled van registrations over the last two decades (with 157,000 licensed in total in 2011). 
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Although the numbers of alternative fuelled vans registered has grown, they continue to play a marginal role in 
the van sector, accounting for only approximately 0.5% of all vans licensed in Britain in 2011 and 0.7% in the case 
of France in 2008 and 2010.  
 It is possible to calculate the reduction in CO2 emissions that this shift from petrol- to diesel-powered vans has 
resulted in. We have estimated that total van CO2 emissions in Britain in 2009 were 14% lower than they would 
have been if operators had continued to use the same proportion of petrol and diesel vans that was used in 1990. 
However this trend will not continue as 93% of vans currently licensed are now diesel powered, so there is 
relatively little scope for further shifts to diesel.  
As part of its strategy to cut CO2 emissions from vans, the EU passed legislation in 2011 similar to that adopted 
for cars in 2009. This regulation sets mandatory grammes (g) CO2 per km targets for individual van manufacturers 
to achieve an EU-wide reduction in the average g CO2/km emissions of new vans. This legislation will reduce van 
emissions to an average of 175 g CO2/km by 2017 (with the reduction phased in from 2014) and to 147g CO2/km 
by 2020. This will represent a reduction of 14% by 2017 and 28% by 2020 compared with the 2007 average 
(European Commission, 2011). 
In France, the van use survey includes a question on energy consumption so it is possible to estimate their CO2 
emissions (CGDD, 2011). Table 7 compares these levels of estimated emissions in 2005 with the EU targets, 
considering the median weight for each GVW class.  
Table 7. French vans CO2 emissions in 2005 compared with EU targets for 2014-2017 (Source: CGDD, 2011). 
Gross weight Vans CO2/km estimated in France in 2005 2014-2017 EU target 
 Diesel Petrol Liq. petrol. gas 
Less than 1.5 t 181 191 130 156 
1.5 – 2.5 t 202 220 158 202 (for 2 t GVW) 
2.6 – 3.4 t 277 288 267 295 (for 3 t GVW) 
3.5 t 317 - 259 342 
Total 229 203 164 175 
 
Table 7 shows that the EU target for 2014-2017 was already reached in France for all liquefied petroleum gas 
powered vans (0.5% of the fleet) and by diesel vans above 1.5t GVW (73% of the fleet). As this rule will apply to 
all new vehicles and the 1.5 t GVW are only 3% of new licenses, this first 2014-2017 will not be difficult to 
achieve. For 2020 the EU target is 147 g CO2/km.   
In the UK an online database has been compiled by the Vehicle Certification Agency (VCA), Society of Motor 
Manufacturers and Traders (SMMT), and the DfT to allow users to search for new van models on the UK market 
and compare their CO2 emissions and fuel consumption. It is hoped that this will help to reduce CO2 emissions and 
fuel use as well as helping companies to save money as “if everybody buying a new van bought the most fuel 
efficient model in its class the average buyer could save up to 17% on both CO2 emissions and fuel costs” (DfT et 
al., 2009). 
As discussed above to make a major change in CO2 emissions it would be necessary to have a significant shift 
to alternative fuel sources and to set lower targets in the EU legislation.  
Recent forecasting work carried out in the UK suggests that the relatively limited current use of alternatively-
fuelled vans is unlikely to change in the short-term with high battery costs and other technologies restricting 
widespread deployment. However, the work suggests a strong potential for alternatively fuelled vans in the 
medium term (to 2030), due to rising diesel fuel costs and falling battery and fuel cell costs (Element Energy, 
2012). 
Although it is concerned with local air pollution and not CO2 emissions, it is worth mentioning the London Low 
Emission Zone (LEZ) scheme and its requirements with respect to vans. The Low Emission Zone (LEZ) was 
introduced in London in 2008 to encourage vehicles to become cleaner – to drive in London without paying a daily 
charge these vehicles must meet certain emissions standards that limit the amount of particulate matter coming 
from their exhausts. When the scheme was first introduced it targeted the most polluting heavy diesel vehicles, 
namely heavy goods vehicles, buses and coaches. All vans were omitted from the LEZ scheme. However, in 
January 2012 the LEZ scheme was extended in 2012 to include vans of between 1.205 tonnes unladen and 3.5 
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tonnes GVW (i.e. larger vans). To comply with the LEZ scheme these vans have to meet the Euro 3 emissions 
standard for particulate matter. 
6. Conclusion 
Many van operators have investigated the cost effectiveness of using alternative fuels (especially liquefied 
petroleum gas and compressed natural gas) through undertaking local trials.  For many, the use of such alternative 
fuels is not cost effective due to the cost of the additional equipment required, the limited refuelling infrastructure, 
the loss of loading space and the lower fuel efficiency compared to diesel. 
Many manufacturers are currently developing a range of diesel hybrids that, when available, will produce fuel 
efficiencies in the high 60 – 70 miles per gallon.  Although these vans are likely to initially incur extra purchase 
costs, the development of such hybrids is seen by many as the next step in fuel efficiency, before ultimately 
moving towards fully electric vans. 
There are several characteristics of vans and van use that lend themselves to adopting electric power. For 
example, the relatively low average trip per day distance and the much of the activity takes place in urban areas 
making access to refueling points simpler. For vans as opposed to HGVs the weight carrying capacity is not 
necessarily a critical feature - for example in the case of service trips then weight carrying may not be a very 
important feature of the vehicle. Since van traffic is mainly urban, the benefit from electrifying vans is not only on 
CO2 it is also on local pollution. 
However, the effects of a change to electric power for vans would be rather different in France compared with 
the UK. This is because the CO2 content of UK electricity is much higher than that in France. France benefits from 
a low carbon electricity as a result of the major use of nuclear power use (Grams of CO2 equivalent per kW hour 
are 84 in France and 455 in the UK). 
In addition each van travels a shorter average daily distance than its equivalent in the UK. However, due to the 
larger size of the total fleet the total distance travelled by all vans is about 35% greater, therefore if the uptake of 
electric power in terms of proportion of vehicles was the same in both countries the overall effect on CO2 reduction 
would be substantially greater in France. 
It is necessary to recognize some of the barriers to the uptake of electric vans. Payload limitations with electric 
vehicles are still a problem. A 3.5 tonne van has a 1 tonne payload but to achieve the same payload on an electric 
vehicle the gross weight has to go to between 4 and 4.5 tonnes. This gives rise to the scope for weight 
dispensations. Dispensations to allow operators to go above 3.5 tonnes with the same licensing permissions would 
give a major boost to these vehicles and would also enhance opportunity to use a more efficient vehicle as and 
when drop density increases for home deliveries for example. Although certain exemptions already exist there is a 
lack of clarity about whether they will continue in the future. This lack of certainty is an inhibiting factor. 
Electric vehicles will require a major capital investment (with capital costs at least 40% higher than 
conventional vehicle). But it is important to look at the whole life cost – variable costs and running/maintenance 
costs will be lower. But buyers will have to keep the vehicles for longer than they currently do – therefore they 
need to look at 4 years plus, so to some extent this does require a leap of faith by buyers of electric vehicles. 
Clearly a more substantial recharging infrastructure could help to promote the uptake of electric vehicles and 
provide confidence to buyers. 
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